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Abstract— This study aims to examine the severe 
consequences of traffic crashes related to a special group of 
drivers in China, which is called the “Second Rich & Powerful 
Generation” (SRPG). The unique driving behaviors and 
attitudes of this special group are intertwined with the general 
cultural and social environment in China. To investigate the 
difference of traffic crash consequences between drivers who 
belong to SRPG and general driver population, injuries and 
fatalities in 2009, 2010, 2011 and 2012 were compared. Results 
consistently showed that while no significant difference was 
detected between these two groups in terms of injuries, fatalities 
per crash caused by SRPG were significantly larger than that 
caused by general driver population. Findings from our study 
clearly demonstrate the complexity of road safety issues in 
developing countries, and can also be used to develop road 
safety improvement strategies tailored to SRPG. 
I. INTRODUCTION 
Road crash is a big, if not the biggest, externality of the 
modern transportation systems, especially in developing 
countries [1]. Although developing countries only account for 
approximately one-third of registered vehicles globally, nearly 
a half of global traffic fatalities occur in developing countries 
[2]. The fatality rate of road crashes in developing countries 
has exceeded deadly diseases like AIDS and malaria. 
Approximately 3,000 out of 3,500 victims killed in road 
crashes daily are from developing countries. Differing from 
developed countries, fatalities related to road safety issues in 
developing countries often involve pedestrians and passengers 
in public transport, rather than mainly the driver of a car [3].  
As the largest developing country, China has kept the 
fastest growing economy in the world during the past 30 years 
with an average annual GDP growth rate above 10%, leading 
to a remarkable increase in average incomes. With the 
continuous economic growth, registered vehicles and 
motorway length have rapidly increased [4]. Not surprisingly, 
road crashes in china increased from around 6000 in 1951 to 
413,000 in 1999, while the injuries from around 5000 to 
286,000 in the same time period. Similarly, fatalities had 
increased from 852 to around 84,000 over the same period [5]. 
Around 100,000 people were killed on the road each year from 
2001 to 2007 in China [6], equivalent to about 274 fatalities 
per day. Horrifying road crashes in China are frequently 
reported by the news media. 
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Despite considerable improvements in recent years, some 
unique road safety issues can hardly be ignored in developing 
countries such as China. In some areas, political, cultural, and 
economic factors play important roles in the crash 
management process [7]. With a lower level of enforcement 
and incomplete barrier systems in the traffic regulation, it is 
difficult for the police in low and middle income developing 
countries to effectively tackle road safety issues [8]. 
Underreporting of road crashes is also a common issue in 
developing countries, which potentially makes people to 
underestimate road risk and then drive more dangerously [3].  
Furthermore, personality traits, attitudes and risk 
perceptions are more likely to affect road safety performance 
in countries where the enforcement of traffic regulations is 
relatively loose [9]. Two recent widely-reported road crashes 
in China can clearly demonstrate the uniqueness of road safety 
issues in developing countries: On October 16 2010 after a 
luxury car crashed over two college students on a campus 
because of speeding and drink driving, one died later in the 
hospital and one critically injured, the young driver shouted to 
students who stopped his car, “do whatever you want, no harm 
to me because my father is xxx (a deputy director of the local 
public security bureau)”. On October 20 2010 a college 
student from a rich family crashed into a woman and then 
stabbed her to death when he found that she was recording his 
license number.  
Hence, experiences from developed countries in 
preventing road crashes should not be copied directly by 
developing countries because without a sound understanding 
on such complexity and uniqueness caused by different 
cultural, social, and political environment, what have 
succeeded in developed countries is likely to fail in developing 
countries.  
In the last several years, Chinese people can hardly turn 
their eyes from a group of drivers (e.g., two examples above) 
causing horrifying road crashes, which has led to furious 
discussions in Chinese society. The Chinese name this group 
of people “Second Rich & Powerful Generation” (SRPG), that 
is, young men or women who have grown up with a 
economically rich and/or politically powerful family 
background. Although most of them behave decently in 
society, numerous cases of this “special group” breaking laws 
and public rules emerge, and some of them belonging to 
SRPG seem to believe that they have the privilege to kill other 
road users. Although many studies investigated driver-related 
factors’ impact on road crashes, such as age, gender, 
education, and occupation. However, no research has studied 
this unique phenomenon. This paper fills this research gap. 
The next section of the paper conducts a comprehensive 
literature review of cultural and social influences on people’s 
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driving behaviors and risk perceptions. Then Section III 
discusses the data collection process. Section IV describes the 
data analysis. Finally, this paper is concluded by summarizing 
main findings and pointing out research needs. 
II. LITERATURE REVIEW 
Previous research has reported that culture could have 
significant effects on how people perceive and react to their 
social environments [10]. How to facilitate cross-cultural 
conflict resolutions is majorly determined by local cultural and 
psychological factors. Chinese people have distinctive 
negotiating and bargaining styles which can derive from 
conflict-handling preferences attributed to their traditional 
culture and psychological characteristics [11], which might 
help to build up a potential perception about how problems 
could be solved. According to the theory of reasoned action, 
personal attitudes and norms can predict the probability of 
involvement in specific behaviors. Meanwhile, the theory of 
planned behavior [12] adds perceptions of control as a 
predictor of behavioral action. Consequently, when facing a 
behavioral activity, the individual behavior will be more 
possibly initiated by higher levels of favorable attitudes, 
norms and perceived control [13]. Decision making is 
influenced by culturally conditioned cognition [14-16]. 
More specifically, a substantial amount of variance in 
driver behaviors can be explained by cultural factors. 
Different cultural and psychological backgrounds can be 
linked to different road crash frequency [14]. Cultural 
diversities and physical features of the risk environment are 
two pivotal factors associated with traffic risk perceptions 
[15]. Specific traffic safety culture could predict the risk level 
of drivers’ behaviors, as well as their safety attitudes [16]. 
Meanwhile, driver behaviors can be influenced by 
personality and attitudes [17]. Personality trait could be used 
to help identify risky drivers with specific personality 
tendencies [9]. Studies across different countries have been 
conducted to investigate and compare the relation between 
human factors and traffic safety issues [18][22]. To a large 
extent driving behaviors occur in a social context, they could 
be crucially affected by empathy and conformity traits. People 
with higher empathy traits are less likely to violate driving 
rules, because they are more sensitive and capable of making 
their emotions and behavioral intentions clear while driving a 
car [19]. There is also a psychological “rebound effect” which 
means people will not intrinsically form a willingness to obey 
traffic rules by educating them with showing threatening crash 
scenes or events to them, for example, even arranging them to 
be confronted with seriously injured crash survivors [20]. 
Worldviews can also affect one’s risk perception, which is 
related to the cultural background [21]. There is also a 
relationship between risk perceptions and risk behaviors. 
Drivers tend to perform preventive behaviors, including speed 
reduction and using seat belts, if they perceive a high risk in 
traffic [22]. Beliefs and social practices affect one’s risk 
perception and causal explanation for crashes. Driving 
behaviors and risk perceptions could be potentially influenced 
by fatalism, especially in religious countries with a 
conservative tradition [15]. Fatalists tend to attribute a crash to 
objective factors which are out of the driver’s control, rather 
than considering of their initiatives and responsibilities. 
Sometimes they just adhere to their own belief that any kind of 
catastrophic incidents could never happen to them [23]. 
Fatalistic beliefs could result in the violation of traffic rules 
and less precaution because fatalists are used to imputing 
emergencies to uncontrollable reasons such as bad luck and 
destiny [24]. 
Although human errors can account for approximately 
90% of overall road crashes [25], people are always used to 
justifying their behaviors to meet common features of others 
in local society, even if the action is converse to core beliefs 
and values [26]. Some people breaking driving rules tend to 
decrease their feelings of guilt by comparing their own 
behaviors with others who violate traffic laws at the same 
time. They might forgive themselves for not undertaking 
relevant social responsibilities by this strong sense of 
belonging to a majority group [27].  
Adolescents tend to take more risks in traffic behaviors 
than other age groups. The reason why speeding remains 
prevalent is partly attributable to higher perceived benefits of 
driving fast than perceived risks. Most youngsters enjoy the 
feeling of speeding without an accurate judgment and 
sufficient driving experience [28]. Meanwhile, the long-term 
hazard perception performance of novice drivers is closely 
linked to their possibility of being involved in fatal road 
crashes within 12 months of starting driving [29]. Skill 
training programs for novice drivers may not effectively 
reduce the rates of their traffic violations. On the contrary, 
trainees may gain a sense of warranted confidence which 
brings them higher risk exposure [30].  
Compared with drunk driving, speeding is more 
acceptable in the young age group. Young male drivers are 
deeply affected by social norms, but sometimes they have to 
face peer pressure in social contacts [31]. Youngsters tend to 
commit more road crashes and undertake a high risk to road 
safety factors than any other age group [32]. Family education 
is a crucial factor for improvement of teenagers’ road safety 
behaviors as well [33].  
To return to the unique group of drivers involved in road 
crashes in China, a distinct characteristic of them is that they 
are young and that their families have enormous amount of 
wealth and power. Does this unique family background have 
significant impact on these young drivers’ behaviors on road?   
Although this issue has not been directly investigated in 
the literature, several studies have studied relationship 
between road safety performance and the driver’s income 
status. It has been reported that when drivers’ income levels 
increase, they show less willingness to use the seat belt and to 
limit their speed [34]. To investigate whether income is a 
significant factor associated with speeding violations in 
Taiwan, [35] found that the number of speeding violations 
tends to increase as the income rises, with 22.5% among the 
high-income drivers reported at least one speeding ticket.  
A study focusing on the US adult driver population 
classified the sample into three levels by their incomes: 
≤$15,000; $15,001-35,000; and >$35,000, and reported that 
drivers with higher income are generally less observant to 
speed limits [36].  
  
In another study conducted in Nigeria, questionnaires were 
distributed to over 500 respondents, and it reported that the 
income of drivers had no significant impact on the probability 
of getting involved in crashes [37].  
In New York City, crashes of taxicabs displayed a 
declining tendency as driver’s income increased [38]. 
According a recent study [39] released by European Transport 
Safety Council, although households with higher incomes 
tended to travel more daily distance in Norway, the relative 
death rate per kilometer appeared to be almost the same for all 
groups. It should be considered that the rich might travel in 
comparatively safer cars.  
Generally speaking, the verdict on whether the financial 
status of a driver was a significant factor contributing to road 
crashes was inconclusive. This divergence has a fairly large 
possibility of resulting from the complex circumstances of 
cultural backgrounds, risk perceptions, personality traits and 
driver attitudes, as mentioned above. Unfortunately, there are 
few studies investigating the deep relationship between road 
crashes and the driver’s power status, partly because it is 
extremely difficult to measure the power level of a driver for 
further research. In certain social circumstances like China, 
people whose families possess public power can be classified 
into the same group with people who are wealthy. This paper 
aims at presenting an original and pioneering research 
focusing on road crashes caused by SRPG in China.  
III. DATA COLLECTION 
It is extremely challenging to obtain data related to road 
crashes caused by SRPG because the police do not classify 
crash records by the drivers’ social status. However, these 
events generally attract media attentions, and thus are highly 
likely to be widely reported by mass media, such newspapers, 
TV, and the Internet. For example, numerous crashes caused 
by this group in the past several years have caused fervent 
discussions on the Internet. Thus, although it is not ideal, 
conducting a comprehensive Internet searching to collect data 
related to road crashes caused by SRPG is appropriate and 
feasible. Potential biases caused by this data collection method 
are discussed later. 
Specifically, a three-step procedure was implemented to 
ensure the quality of the data: 
Step 1: Google was used as the primary search engine; the 
keywords (in Chinese) used are “Second Rich Generation”, 
“Second Powerful Generation” and “Road Crash”; 
Step 2: Using the same keywords, the predominant 
Chinese search engine Baidu was utilized to verify results 
returned from Step 1 and to catch cases that are not found by 
Google; 
Step 3: News reports from 2009 to 2012 returned at the 
previous two steps were carefully analyzed to compile a 
database for further analysis. The start year 2009 was selected 
primarily because SRPG did not become a frequently used 
term until around 2009. 
To identify whether a driver involved in a crash belongs to 
SRPG, the news report was carefully analyzed; moreover, 
relevant reports from other sources focusing on the same event 
were also read and compared with. Specifically, two types of 
information were relied on in determining whether a driver 
belongs to SRPG: i) the vehicle brand; and ii) media reports’ 
description on this driver’s background. After filtering 
through hundreds of news reports to extract essential 
information on each crash, to cross check its consistence, and 
to avoid double counting, a dataset specific for crashes caused 
by SRPG was constructed, as summarized in Table I. In total, 
43 road crashes were caused by SRPG in 2009 – 2012, with 57 
fatalities and 44 injuries.  
TABLE I.  BASIC INFORMATION OF CRASHES CAUSED BY SRPG 
Year Num. Primary 
crash type 
Fatalities 
(Injuries) 
Primary 
cause 
Main car 
brand 
2009 6 Collide 
pedestrian 
5 
(0) 
Speeding BMW 
Ferrari 
2010 9 Collide 
pedestrian 
12 
(7) 
Speeding BMW 
Porsche 
2011 8 Collide 
pedestrian 
11 
(6) 
Speeding & 
drink driving 
Benz 
2012 20 
Collide 
pedestrian 
29 
(31) 
Speeding & 
drink driving 
BMW 
Porsche 
Meanwhile, information on crashes caused by general driver 
population was accessed and extracted from the official 
website of National Bureau of Statistics of the People’s 
Republic of China [40].  
Two interesting observations on crashes caused by SRPG and 
by general driver population are summarized below: 
• Speeding is the primary cause of road crashes in 
China, regardless of driver status (i.e., belonging to 
SRPG or not); 
• In terms of crash type, for crashes caused by SRPG 
drivers, the primary crash type is collision between 
vehicle and pedestrian; in contrast, for crashes 
caused by others, the primary crash type is collision 
between two vehicles [41];  
To facilitate the comparison between the consequences of 
road crashes caused by these two groups (i.e., SRPG and the 
general driver population), fatalities per crash and injuries per 
crash were calculated respectively for each group in each 
province where at least one SRPG crash occurred.  
As two typical examples, Figure 1 and Figure 2 show 
fatalities per crash and injuries per crash for two groups of 
drivers in Zhejiang province and in Jiangsu province, 
respectively.  
As clearly shown in these two figures, crashes caused by 
SRPG led to more severe consequences in most 
circumstances. In particular, fatalities per crash caused by 
SRPG are usually much higher than those caused by the 
general driver population. In the next section, consequences of 
road crashes by these two groups are statistically compared. 
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IV. DATA ANALYSIS 
In this section, t-test is employed to statistically compare 
the difference in the consequences of road crashes caused by 
SRPG and by the general driver population.  
A.  Method Introduction 
T-test, also named Student’s t-test, is a widely used 
technique for testing whether the difference between two 
means is significant or not.  
Figure 1.  Crash consequence comparision in Zhejiang Province 
 
Figure 2.  Crash consequence comparision in Jiangsu Province 
 
In this study, as previously discussed, fatalities per crash 
and injuries per crash were calculated for each group in each 
province where at least one SRPG crash occurred. In each 
group, 33 observations were obtained. 
To implement t-test, a new variable 𝑌  was created: 
𝑌 = 𝑋1 − 𝑋2, where  𝑋1 is a vector for observations in group 
1, and 𝑋2 is a vector for observations in group 2. By doing so, 
two-group comparison was transformed to a one-sample t-test, 
which examines whether the mean of Y is significantly 
different from zero. The null hypothesis: 𝐻0: 𝜇𝑦 = 0. Then the 
t-statistic is calculated as 𝑡 = 𝑦�
𝑠/√𝑛−1 ~𝑡(𝑛 − 1).   
In this study, the two-tailed t-test is adopted.  
B. Result 
Table II summarizes the t-test result of fatalities per crash 
between the two groups. As shown in this table, the difference 
in fatalities per crash between SRPG and the general driver 
population is statistically significant at a 99% confidence level 
(i.e., p-value is close to zero). This table also shows that the 
average fatalities for crashes caused by SRPG is about 1.727, 
while the average fatalities for crashes caused by the general 
driver population is about 0.305. Thus, it is clear that crashes 
caused by SRPG generally lead to much larger fatalities than 
those caused by the general driver population. 
TABLE II.  PAIRED TWO SAMPLE T-TEST RESULT FOR FATALITIES PER 
CRASH 
Parameters Group 
General SRPG 
Mean 0.305 1.727 
Variance 0.009 2.267 
Observations 33 33 
df 32 
t-Statistic -5.557 
p (T<=t) two-tail 3.918E-06 
t Critical two-tail 2.036 
 
Meanwhile, Table III summarizes the t-test result of 
injuries per crash between the two groups. As shown in this 
table, the difference in injuries per crash between SRPG and 
the general driver population is not statistically significant at a 
99% confidence level (i.e., p-value=0.43). This table also 
shows that the average injuries for crashes caused by SRPG is 
about 1.333, which is very close to 1.096, the average injuries 
for crashes caused by the general driver population. More 
discussion on this result is provided later. 
TABLE III.  PAIRED TWO SAMPLE T-TEST RESULT FOR INJURIES PER 
CRASH 
Parameters 
Group 
General SRPG 
Mean 1.096 1.333 
Variance 0.027 2.916 
Observations 33 33 
df 32 
t-Statistic -0.795 
p (T<=t) two-tail 0.431 
t Critical two-tail 2.036 
V. DISCUSSION 
This study has studied a unique phenomenon that is 
happening on the Chinese roads: it seems that young drivers 
from SRPG believe that they have the privilege to kill or harm 
other road users. This phenomenon, in some sense, can be 
regarded as an extreme of cultural, psychological, and 
attitudinal factors’ impact on driver’s road safety 
performance, a topic that has been studied in the literature. 
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Our analysis shows that crashes caused by SRPG generally 
lead to much larger fatalities than those caused by the general 
driver population. More specifically, the average fatalities for 
crashes caused by SRPG is about 1.727, while the average 
fatalities for crashes caused by the general driver population is 
about 0.305.      
Although it has been reported in the literature that drivers 
with a higher financial status tended to commit more traffic 
violations and be blamed for related severe consequences 
[34-36], the phenomenon studied in this paper is more 
complex, and is deeply intertwined with the Chinese 
traditional culture, political system, and the rapidly changing 
society. Revealing these underlying reasons of this unique and 
dangerous phenomenon is beyond the scope of this study. 
Nevertheless, for the purpose of illustration, some of these 
factors are briefly discussed here. First, the unique cultural 
atmosphere in China [11] had fostered people’s chronic 
attitudes with lower risk perceptions and non-willingness to 
take responsibilities [15] [27], which in turn contribute to 
dangerous driving behaviors [16]. Second, the current political 
and economic environments in China [7] could lead to 
relatively loose traffic regulations [9]. In addition, as almost 
all drivers belonging to SRPG are youngsters, they tend to 
perform unsafe driving behaviors with overconfidence after 
training programs [29-30], or treat this as a way to socialize 
with peers even though their driving experience is quite 
limited [31] [28]. A lack of family education may account for 
young drivers’ high crash rates as well because their parents 
are always too busy to look after them [33]. 
Differing from the fatalities per crash, there was no 
statistically significant difference in the injuries per crash 
between road crashes caused by SRPG and those by the 
general driver population. There are three possible reasons. 
First, the insignificant difference in injuries per crash may 
simply reflect the fact that crashes caused by SRPG are 
generally fatal. Second, such insignificant difference in 
injuries may be caused by underreporting, which is a common 
issue in China [3], especially if drivers who belong to SRPG 
are involved in crashes, they often pay off the victims on site. 
Finally, such insignificance may be caused by the data 
collection method used in this study: crashes that only caused 
injuries were unlikely to get media attention. Thus, these 
crashes are difficult to be obtained by searching the Internet.  
Understanding mechanisms of road crash is challenging 
due to its complex nature. A crash can be caused by lots of 
factors related to vehicle, road, traffic, environment, and 
human factors [42-43]. Admittedly, because of the data 
limitation, the analysis presented in this paper is preliminary. 
Nevertheless, the astonishing consequence of this unique 
phenomenon has been convincingly revealed. To fully 
understand the cultural, social, political, and attitudinal 
reasons of this phenomenon and to develop effective 
countermeasures, a well-designed and comprehensive survey 
is desirable. Such work is ongoing. 
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